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'nfE ACCIIIENT 

1. A3D 2 BuNo 138956 assigned t.:> Heavy Attack Squadron NINE (VAH-9), Naval Air 
Station Sanford Florida crashed and burned at 2037 EST on 6 July 1957 appron.
ma tely one llll.le south of NAS Sanfo'rd. All four crew tr.embers were f atally injured 
in the crash. There was no damage to private property. The aircraft sustained strike 
damage :tn the raeh. The ndss~on of t.be flight was night field carrier land!ni 
prac tl.ce utih.d.a1g the 11mrror11 • Landings were monitored by a qualUied Landing 
SignaJ. Officer. 

CONCLUSIONS 

2o It is concluded thatt 

a. The caus~ of this accident is undetermined. (See paragraphs 9·,10,11,12,13, 
14 15 16 11 l8 19l20,2l p 22 p2),28~29,30»33) 

bo The A)D fourth crewrnember iwst.al.lation ie unsatisfactory. (See paragraph8 
24ll.?6) 

c. The practice of embarking personnel not required to &CCOIIlplish the mission 
of !ield. earrler landing t-rAining is unsound. (See paragraphs 24,26,27) 

d. An angle of atta~k indicator should be installed in AJD airer•f't. (See 
pragraphs 13 14) 

e. The squadron worlcing spaces at NAS Sanford, Florida should be air-conditioned. 
(Se( paragrc.;ph 3lj) 

REOOMME~~ 

3. It is rdto~mended that: 

a. BUAER req\lll'e the contractor to submit an ECP to increase the ultimate 
strength of the fourth ereweJTher seat. lap l}elt, shoulder harness inBttllation 
withstand tm following acceleratiotu~; 40 g aft and 20 g upward. 

b. The embarking of a fourtl:l orewmember 1n AJD aircraft be prohibited untU a 
oeatBJ lap belt. ,p ehoulder harness insta.llat1on meeting the above ultimate strenrtb 
requi.re:nent.e ia prorldC;do 

c. CNJ cause OPNAV IMtruction 37l0.7A, Section VIII, f. to be revieed to include 
field carrier l anding practice. 

11SPECI.At HANDLING REQUIRED IN .\COORVANCE WITH PARr VII OF OPNAVINST 37.5o.6B• 



do BUA&R expedite installation of an angle of attack indicator qstem in A3D 
aircraft. · 

eo The practica of low altitude in-flight pilot/copilot seat ch&nges be restrict.d. 

t. SUitable ur cooling and/or air circulating equipnent be made available to 
NAS Sanford for installation in fleet working spaces. 

HISTORY OF 'FLIGHl' 

4. A)D-2 BuNo -.38956 was scheduled for a night FCLP on Saturdq 6 July 1957. Tbe 
pilotll li:r Henry c.. WHITE, USN vas assigned to fly tbe first hall' of the period and 
CDR Charlea W. CAR.MEN, USN the second half. The pilots were to change poai tion.s in 
fiight l.n accordance lfitb squadron policy. Two crew members J.J. !I>NAOO AQl and 
E.O. SEAMAN AT2 were al.so aboard. The aircraft became airborne at 2015R and shortly 
tbereaft.er the pilot called the Landing Signal Officer. Hs reported that he had 
"meat.ball" and WQul.d make a non-touchdown pass because of weight. Two overweight 
passes were made and then three touchdown passes were flown on runway 27. All passes 
were 'reported Ott" by the ISO except, the first which was high and fast. The aircraft 
fuel weighta &S called in by the pilot werer 

PASS FUEL WEIGHT 

1 12,8.0011 

i. 12,200# 

y n,500N 

4 109900# 
0 

5 10,2001 

There were no further transmissions received following the fuel check on the fifth 
pass. '1\le LSO observed the ~rcraft during take-off on the .fifth pass. It climbed 
to about 150...200'· altitude. straight ahead and appeared normal in &11 respects. His 
attention was then diverted to the plane in the groove. About twenty two seconds 
later, an A3D called LSO and reported a plane had crashed about one mile south of 
f.be air station at time 2037R. Fire fighting unite :t'rom NAB SJD!ord extinguished the 
blaze in ab~ut ten minutes 

. I 

INVESTIGATION AND ANALYSIS 

So Two Naval Aviation ~ety Center Investigators arrived at HAS Sanford, Florida 
at 1230 BST11 8 July 1951 o A prelim1nary conference was held With squadron personnel 
and re})\"esentatives of Douglas Aircraft Company illlnediatel;y" upon arrival. At' thia 
tiM fl.tnessu statements were reviewed, possible ca~8 wen discussed, and plAns for 
the eondu::t or ·the investigation were fonnul.atedo b scene of ~e· crash was -aru:t.r . . 
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lll1.litary guard and t.he wreckage had not been disturbei except a.e required to extinguish 
the fires and remove tbe bodies of the crewmembers. Pathological examination of the 
bodies had been requested. 

INVESTIGATION AND ANALYSIS 

6. According to ll.ne personnel, the A3D-2 made a sharper than usual left turn (300 •) 
during cll.Jnbout from rurllol'&y 27. The aircraft continued in a left turn for about 1" 
mile to about 300' when according to witnesses the aircraft rolled sharply to the 
right. Tbi~ rotation W&8 abrupt enough to be called a "flip" 'oy obeeriers. The 
recovery .f'rom this turn was very slow and made in a descending attitude. The air
craft continued to descend on a heading of 180 degrees over the air station botlDdary. 
Shortly thereafter the urcra.ft struck the trees in a right wing down attitude (45o) 
and an angle of impact of 20 degrees. The right wing dragged along the ground for 
about 75 feet (124 feet past initial contact) which caused the plane to•yaw to the 
right. Disintegration of the aircraft commenced at about the 130 feet mark when it 
passed through a large oak tree. The right engine and pylon struck the ground causing 
the plane to become inVerted and it bounced into the air in this condition landing 
inverted about 500...600 feet frolll initial contact. The disintegration of the aircraft 
resulted in three N.jor portions being partially intact, the right wing and center 
wing section, the left wing and the empennage. The port engine was detached and rested 
on top of the right wing. The starboard engine was positioned alongside the port 
wing. Parts of the aircraft, were stNWD from the 100' to the 600• marks. '!be swath 
made by the aircraft nl'"'ctsured 30' -4o• wide and was tnade op a bearing of 2350 true. 
From the time the left turn waa started from runway 27 the aircraft had traveled 
about one mile in about 20-25 seconds. 

1. Preliminary eJC.8Jil,ination of the wreckage at the scene revealed tbe following: .. . 
a. Al.l major stroctural extremities of the aircraft were present at time ot 

illlpact. · 

b. ~ll control sur:faces and landing naps were p~esent at the time of impact. 

c. There• was no evidence of in-night fire or structural failure. 

d. Qle landing gear was down and locked. 

e. The landing flaps were down by not f~ extended. 

r. The speed brake actuating cylinders were in the closed position. 

g. !!he centei of gravi.ty valve was in theopen position. 

h. Both en&iJles sbov~ signs of rotation at time of impae~. 

1. One (1) bleed valve on the starboard engine waa observed to 11be in ~Jl.e closed 
position indicating that high power was being developed. 

•SPECIAL HANDLIW REQUIRED IN ACOORDANCE WITH PART Vll OF OPNAVINST 3750.613• 
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jo Al.l oxygen regulators were 1n the 100% posi tion . 

ko Both wings were locked. 

1. The vertical stabilizer was locked. 

8. The center console was found nth very little damage sustained. The position 
of the various components was as follows : 

a, Throttles full forward 

b. Flaps up - it was noted that wood was impaled OJl the upper s top se ction of the 
control lll8Chanism 1n such a manner that tbe handle had to be i n neutral or t.he down 
position just pr~or to impact. 

.... Emergency h3draullc pump - off 

do Oil coolers - open 

e. Bat'te-ry - on 

r. Gust locks - off 

g. Master awi tches "" on 

h. Dive brakes ~ 1n 

1 . Landl.ng gear - down 

j. Hyuol ~ on (anti skid brakee ) 

9. Fue~ s~auon vas consi dered u a possible cause for the accident and the 
folloW:LDg vas revealed in the investigation. The aircraft was fueled wit.h 14,300 
pounds of fuel~ The f orward and aft fuselag& tanks were d.ip-sticked and the aft 
tank contained 8775 pound!~, the forward S525#. Fuel consUI'IIption ~ the field 
carrier l.andiug pattern averages 62.50 pounds per hour which is also l: ..,rne out by the 
pilot transmiss1on11 to the LSO. This rate of fuel consumption el.iJnj,nates the 
possibility of fuel starvation due to failure of the center of gravity control valve. 
The duration of tlight was only 21- 24 minutes which would still have .left fuel in 
excess of 4000 poUJXUI bad the fuel been taken from the aft tank only. 

10. Both .the0po:rt and starbokrd pylon fuel boost shut off valves were located and 
found ~ be ;\n the open position. 'lhe fuel· crossfl!ed shut of! Talve vas located in 
the win&: ceoJler s<>ct.idb..and was 1n the 8losed position. The ~rt aid starboard 
fuel~ump0outle& shut off va1ves were not located 1n the wreckage~ Theae valves as 
well as the pylon .fuel boost shut off valves are operated by integral electric 
moton and are controlled by the engine master svitcb.es. In view of the five 
su~sa!ul. l.anli1ng approaches accomplished and the open position of the py-lon va1vea, 
it ie reasonable to aasume tbat t.he fuel pump outlet valves were also 1n the open . 
•~IAL HANDLIOO REQUIRED IN ACCORDANCE WITH PART VU OF OPHAVINST 37$0.6B11 
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posit.:!.on at the time of t.h"' crash. 

U. IniuaJ. exam.1.nat.iQn of the powe r pl.anta at t.he scene indicated that both vere 
rotat:lng at !mpar.t. Tbey zshowed !)videllee of having been subj ected to several impacts 
and one had suffered ·onsiderable ground f ire damage. The engines were shipped to 
NAS Norfolk for disa.seEJTibly and 1nBpectiono Preliminary reports indicate that both 
were developing lugh Tp!l at impact and operating at appro.x1.matel;r the· same rpm. 
Examinat i on alao rev~a1ed ~~a~ b¢th hot secti ons and ~urbine assemblies were in good 
conditl.ono Al'l bea.n.ngs were l.Dape<:ted md showed no evi.dence of oil starvati on, 
overheatingp or ct~~as. 

12. Exam1natl.on of the wing flap actuating system was made . AlJ. portiona of the 
torque tube ver e re mvered and showed no damage other than that re!rul.ting fl"'lll. impact. 
Measurement& taken of the po!!ition o£ inboard torque tube corner mechanisms indicate 
that. t.he wing flapcl were roctenci.ed slighUy l ess than one- hal£ after ~act. The nap 
system incorporates a blow back relief valve in the down l.1ne and is set to open at 
3400 psl t.:~ relieve excess pressure w the line and permit the flap!! to retract as 
neceasa.ry to prevent. damage under heavy a1r load!! . The hydraulic flap actuator 
cyllnder was remo'lecl diBa:ssembledy and inspect-ed. I t had been subjected to t.be area 
or most ~tense ground fire. Upon disassembly it was noted that the hydraul.ic fluid 
had burned within the c"Under leaving a powder like grit-free ash. The piston was 
free to move and upon inspection was undamaged. Tbe cyl.inder was lllilled longit.udina.lly 
in order to inspect the inner sur!ace. No Brinell marks were present to establish 
tbe posl.tl on ->f the piston a t ill!pact . The burning which took inside the cylinder did 
l eave a pattern wtueh established the posi tion of the piston as being approxiJn'1+e:cy 
hal.f flaps at t.he tll!le "t.he cyllnder was subjected to fire and high temperature. The 
port f1ap stop arm and down s top belt were located and showed Brinell markB indicatillg 
tha t the nap was full down at the time of impact.. The starboard flap stop arm was 
not present on the wing and could not be l ocated. 'lbe starboard r...ap track was 
located !lnd examin<ld but fail.ed to reveal evidence indicating flap position at impact. 
The port .flap t r ack was not located. The flap torque tube bad filled apprOXimate]¥ 
one foot outb{lard !rom tbe inboard side of the port. flap. When the tvo pieces of 
torque tube vere placed a.d,Jacent to eacll other i.t. wa:s determined that tbe flaps were 
not split 3t the tim~ of impact. Both BpQ11ers were found in the closed position. 

13. Since there -.s insufficient factual evidence to de!initely establish the pos1t.1on 
o! both wing flaps at t.he tiJl1e of impact the foJ..law1ng 1s reported. 'l'he :squadron 
policy is to conduct field carrier landing practice with tbe landi.ng gear and wing 
flaps !ull dow t hroughout tbe !l:ight. Wheels and flaps ue left dow even vbile 
cbanglllg pilot& ~-flJ.ght. Tbi.s would tend to support the. evidence that the fiapa 
ve'"O f~ down. Also ~e p.:.lot had made five approaches, monitored by the landing 
signal officer,., md was observed to be "'K11 in all but the !irst approach. Stal.J. 

tbe are used instead 

Tbe was 

manned by another qll811.fied naval. aviatorq u the bombad:ie1"-
nav:1gator crev poe!t 1on, 'lfho vould. be 11101litoring the pi1ots actions. 
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11. The practice of slowing a modern high perfomance aircraft to the speed of 
buffet onset to determine the proper landing approach airspeed is vieved by the 
inYestigators wi.th increau.lity. It secJ:S 1nconce1vable that the f1r:st. line attack 
bomber of the Navy i:~ not. equipped with an angle of attack indicator. An angle ot 
attack indicator vould not only eliminAte the need for this action but would give 
tbe stalllng angle !or the turning portion or the approach as well as unaccelerated 
night. The instrul::ent Would also be of 8 great Yalue during cruise, allowing the 
pilot to utilize the opt:1Drulll aDgle for lllax1JnUm range and m&D.m\1111 endurance. T~ an 
aircraft llitb as great a range of operating weights as the A3D the angle of attack 
indicator ~s invaluable. 

15. The control system was darnag~d to the point where r econstruction was impossible 
however cont.-ol actuators and control valves were examined. No eVidence ot failure 
or mal.!'unction was fotmd. The rudder tr1m actuator was recovered and indicated 
approximately nrutral trim. The position of the hor izontal stabili~er actuator jack 
screw indicated that the stabilizer was positioned full aircraft nose up at the time 
of impact. The a-c and d~c elevator trim motors were tested and both oper~ted prop
erly when power was applied. The aileron tandem actuator, spoiler actuators &l'ld 
control valves were sent to Douglas Aircraft Corporation ~or teetiDg. No eVidence 
of 1118l:Cunction was .t'ound. The full nose up position of tho stabUizer was examined. 
as a suspect area. Int.G.rrogation of squadron pUots revealed that certain of them 
usually flew th·e entire field carrier landing pattern with full, or almost 001 nose 
up trim. They further stated that a t i!Xiicated air speeds of less than 150 knots 
the control pressures arising from such a tr1lll condition were very 'light and that 
t.hey preferred to fly in this conditi on rather than constantly rotri..llling. At la.nding 
lAS the control pr.gssures were reported to be neglible. • 

16. Detailed exa:nination of the aircraft structure at the scene a.oP atter reco-very 
indicated that al.l portions o! the aircratt, except tbose dislodiJed upo initial. 
contact with the trees, vere with tbe aircraft at the t ine of imPact. All of the 
oxtremitiee wer o accounted for at the scene of illlpact. Exand nation of fractures in 
tM ujor structural components indicated that they were of the typ~ associated wi.th 
impact d.&aage. There vas no evidence of in-night !ire . Becawse of the CCJDPlete 
destruction of the airframe there vas no attempt aade to reconstrUct the ai.l"Cra!t 
froa a dilllensional standpoint. . 
17. Exand.nation o~ recoyered cockpi.t portions revealed no evidence of fire in the 
cockpit. Portions of the cockpit carpet, center control pedestal, peraoa&l. o.x;ygen 
masks, and oxygen regulators were elWIIined and were intact lUld clean. 

J.8. Examination oL the air turbine 1110tors wa.s accOIIIJ>liehed with tho aaeiet.ance of 
contractor"deeign~ngineering personnel. The following brief desori~ion is offered 
for clarity. The \!\3D is equipped wi.th two accessory drive unite (ADU1e) comprised 
of air turbine motore (A'lM•s), gear trains and mounting pads. Those aret,Sh1V8n by . • 
11SPECI.AL HANDLllliJ REQUIHED IN ACCORDANCE VI'lll PART Vll OF OPNAVINS'l' 37$0.6B11 
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compressor bleed air and provide necessary power for driving the A..C and D..C 
generatorsg the utility hydraulic pumps and the flight controls boost pumps. The 
No. 1 ADU drl ve& the nuxnber l d-e and a-c generators, the aileron power boost pump 
and a utility hydraulic pump. The No. 2 ADU drives the No. 2 d-e and a..c generators, 
the rudder..elevator boost pump tmc a utl.l1 ty hydraulic pump. 

19. Detailed e~tion and d4sassembly of the ADU's revealed both wer~ operating 
at the time of impaet. This was ev1denced by scoring and impact marks on the turbine 
wheel shroud. Irn~act marks of the variable area nozzles on the scroll verified the 
position of the nozzles as open at impact. Aluminium from the rubbed shrouds was 
depl'sited on the nozzles. The bearings were examined and were :1n good ocmdition. 
The qu.U1 shafts of "the number 1 a-c and d-e -generators were parted in pure torsion. 
The turbine quill. shaft of the number 2 ADU was parted in a classic e:xaJnple of pure 
torsion. The number l hydraulic pumps were examined and were in good condition al
though they bad parted from the e;ear box upon impact. The number 2 hydraulic p'llllps 
were not locat~d. 'l'he nuinber 2 ADU had been in an area of most severe burning and 
tbfl lower po tion of the magnes4um case was burned away. All evidence indicated 
normal operation of both ADU 0e at the time of impact. Test conducted by the con
tractor have shown that the ~ required for the ATH' e to come to a complete stop 
following any loss of blet!d air» under a hydraulic and electrical load simi.lar to 
that present at the t·.ae of this crash9 is approximately fi.ve seconds. The evidence 
of ro~ation present in these units indicates that bleed air was available at the time 

of illlpact. 

20. The electrical. system was examined but due to the nature of the impact and loo!:le 
me.¢ tude of dest.rucUon any fina1 check wa-s impossible. Examination of llire bundles, 
cable runss compo• ent., etc., fail.ed to reveal any evidence of electrical fire other 
than that suffered in th~ fue subsequent to the crash. In so far as could be deter
mined, th~e were no l.ndications of short circUits nor malfunctions of any electricli 
components re~overed and examined. The fact that d-e power was present immediately 
pri.or to the erasll is evideueed by witness statements that the aircraft exterior 
lights were seen throyghout the night path. The d·C power collld have been battery 
suppl.ied as the wheels were dOlfllo This energizes the secondary bus which supplies 
battery power to the exterior lights even with the electrical power switch in the 
BATT position. 

21.o Wit.ness statements and reconstruction of the flight path prompted investigation 
of the possibility of a stall/spin after take-off. LT 'trHITE was known to habit~ 
fly slow during field carrier landing practice. The last manellVers of the aircraft 
were described by witnesses as a steeper than usual left turn after take-of! follow
ed by an abrupt, or fl1p

9 
turn to the right and a loss of altitudee This description 

soundS auspicio~ly0like a stall/spin evolution. Investigation revealed that the 
A3D st%11 w~ 1.fl early and positive under all flight conditions. When laming 
gear and wing flaps are ex:tended11 airframe buffeting starts 1$-20 k:.nots abovEJ.,the 
stall. No apprecuble roll iS experienced a.t the stall but buffeting begiil.s moder
ately and increases alarmingly as the complete stall is approached. Squauron p'hots 
reported rarel,y f.lyiDg the aircraft to a complete stall because of the severity or 
airframe buffetir>.g and vibration as the etall i.a approached. Aileron con~ol ia . 

.:sPECIAL HANDLING REQUDUID IN ACCORDANCE WITH PART vn OF OPNAVINST 375o..6B
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~portedly low during the stall Qut yaw/roll can be controlled with the rudder. The 
only unWiual characteristic reported in an accelerated stall 1e a tendency tor the 
airplane to ci1g into the turn. In view or the emphatic aerodyn.ud.c st&ll warnillg 
which preceelis the stall it is i.lllprobable th!it the pllot could. have inadvertent.J.y 
stalled the alrcra!t., 

22o Pllot disorj,entat1on was considered as a possible C&Wie tor the accident. ll
thougb the p.?ssibUity cannot be completely discounted it is considered that the 
probability 1s slight.. Weather conditions the night of the accident were ideal for 
flying., The moon vas almost f'ull 11 vidb1Uty vas reported as twelve Jd.lea, and the 
horizon vas veil defined by moonJJ,ght and tights f'r<XIl surrounding communities. Other 
pllote in t4e air at the time of' ~he accident stated that f~ conditions were 
ahost as good as those encountered dUri.ilg qa;r f11ing. They further etated that 
failure of .flight attitude instruments woul4 not baTe been confusing 1n view of the 
excellent Visual conditions prevailing that night. 

23. The possibill.ty Qf pilot incapacitation vae considered. The Flight Surgeon stated 
that he bad intimate knowledge of LT WHITE'• physical condition, having recentlY treated 
him for a cold contraqted while attending surviTal school. He had been grounded for 
eix days !or this ailment but recovery was ~omplete, chest X-r~ taken three weeks 
prior to the e.cc1dent4 An electrocardiogr• t.aken at JTTU, Olathe, Kansas 1n November 
l9S6 was normal except .for .. rare auricular premature contractioZlB. The Flight Surgeoc. 
examined b1s chest 10 days prior to the acc~dent and stated tn.t the heart sounda and 
r~ were entirely llOrmal to auscultation. Careful mullple section of the coron.ar;y 
~ries and inspection of the ostia at the time of autopsy revealed normal arteries 
with very urtn1mal ChfUigeSJ at no point vas t.here aD\Y narrov:S.ng, and the gross appear
ance of the heart mus9le waa entire~ normal. • 

• 
24. All recovered safety equipment was i.nsfected to determine ite effectiveness. 
Jtxam1 nati.on ~vealed that tbe lap belts and shoulder harnesses were proper]¥ used. 
In all cases the buckles were still tas1.eneli and the harness webbing and fittings were 
intact. The tol'ICes exerted on these iteu ~eulted 1n their being torn tram their 
respective attaching titt.ings. Eart.ieul..ar notice vas taken of the !act that no +oteria 
reel takeaup mechanism is provided on the fourth ~rs shoulder harnees. In
Test1gat1on of the proTisions for carr,ying o! a fourth crewmember revealed that A)D 
Aircrat't Seniee Change Noo 91 authorized iilatallation of a harness asselllbly and a 
lap beU. at the crew rel.W station. The ~lief atat.1on is located e.tt of the bomb
adierounavigator seat forward of fuselage station 204. A.)D detailed epeci.tications 
for &;.sat and satt:ty belt design are quoted 1n part, ••• •an 1ntert1a lock type 
shoulder harness take .. ap mechanism,. apprond by BUAI:R and designed in accordAnce with 
Spec AN .. R ... 29-2 8hall }lo provided and mounted to assure lD&X1.aull operating protectioJl. 
Ultimate strengt.b shall be incorporated 1n the elltire seat and safety" belt i.natalla
tion and carry through structure tor the following accelerations of the ~lane 
acting 1ndepell&llt.ly along the airplane reference axis, J,o g aft and 20 g up~~ard ••• n 
The fourth crewmember seat installation does not conform to these specifications, 
having no inertia lock type shoulder harness take up mechanism and an W.timate 
strength or 20 g'e. AltboU&b the inst&llation is not -. causal factor 1n tbe death 
ot the fourth c:r~er, 1 t is <l:onaidered unacceptable. All crewmen are in need ot 
and entitled t.> the same degree of protection. O 

•SPECIAL HANDLING REQUIRED IN ACOORDANC! WITH PART VII OF OPNAVlNST ~7So.6B," 
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25. The fol.l.wiD~; vso noted r garcting other personal safety equipment. 

a. Hel.J!leta. Three c~rs wore the new APH-.5 helmet, the fourth c:rwwman 
a H-.4. 'l'Woortbe APH 5 helmet.s were relatively intact, one had the cbin atrap 
torn !rom it.B mounting ecre"o~ the other was shattered on its lett lateral aapeot. 
The tb.ird APH 5 helme• vas completely shattet'ed and scattered in the cockpit debris. 
ill helmet.!! were oft the skull at the accident scene and all cr~Mnellbera suffered 
con:minuted skull fr c ure • 

bo Shoe8. Three CI'eVIIIeJcl)ers wore field shoes., '1\lo shoes of one member and OJ» 

o1 anothe~ rll oft o The pilot wvre lov~ut shoes which were both torn ott. 

c. Fligbt. Olo e Uono of the Cl"eWW!!embers wore gloves. Although they would 
not have prevented injury in this crash tbe7 should be worn by all crevmembers. 

do Flight Sui tao All crewmembers wore sw:mer fil.ght. suits. 'l'bay ottered no 
J?O'C\tectiontremtneburning fuel in the ground fire. The only unburned portiona or the 
b:l..Ues were t.h.')se in contact with the ~i>und 

26. The p:resance and/or need for the third and fourth c:nnnnembers in the A3D during 
field c..arrier landing practice vas questioned by the imest:\gators. It vas stated 
that squadron policy dictated their flying on such a mission for training purposes. 
'Wh1.le it is recognized that tr..!.ning of airerewmen is vitally illlportant it is con
sidered that the value of training received by airerewmen during field carrier land-
ing practice is questionable. It is a known tact that more accidents occur in the 
landing and take-off phase of operation than in any other phase. The need for carry. 
1ng non-esMntial crevmembers during field carrier landing practice should be closely 
enl.uated to compare t.be value of training received against the extra buard encountered. 
OPHlV Instruetion 3710.7 A Section VIII, t., vbich prohibits the ubarld.Dg ot non
~ui.red persormel during ce::-tain hazardous llight lllissions should be revised to 
include field carrier land1ng practice. OPJIAV Inatruction .3no. 7! also states in part, 
••• •the nu:tber or persons embarked in Baval aircraft tor flight shill be rest.rl.cted 
to the nlJIII!)er for whic~ there are adequate seat.!! and safety belts aDii/or ditching 
stat.i.ona •• •. The pl"esent. fourth crnmembere etat.ion in the !3D is not coJlllicared 
adequate in this type. aircraft tro.11 a shoulder harness, safety belt Viewpoint, nor 
as a dl. tching station. 

27. Daring the investigation i'l# vas learned that the practice ot cbanging pUots 
vhUe airborne is a common practice. This 1s done aost f'requent]3 during !ailari· 
sation !1.:1.gbts and field carrier lallding practice flighte when the aircraft 1.8 
JDanned bJ two designated naval aviators. ·Discussions with pilots and examination of 
the cockpit revealed that the airer:aft is, for all practical purposes, mountarlly 
not controlled while this pilot cb&nge 1a effected. Wh.1le this practice bas been 
colllllOnl.y accepted through the years in patrol and truwport type aircraft "it i• DOt 
CO=JJ&t1b1.u vi th high speed, swept wing jet operation. Tbi.s practice in single piloted 
aircra.x't sbould be r-eviewed by cogniaant collllll&nders to determine the need versus the 
cbrtc;us hazard. In the J.JDs wbe~ fUel avail.able permits the u.ld.ng of 12 or 14 tield 
carrier landing during one period, the safety factor involved in changing pil~.>t 
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positions on the ground rattler 1il'lan 1.n t.be ai.r ehou1d be careful.Jy aorutini'lled 
relative to tbe tral.ning value of one or tvo additional practice landings. 

~8. Lieutenant Hen.ry C WHITE, - USN was 3) years old. He wa.s 
designated a Naval Avi ator on 15 Novenber l950o He held a 8tandard instrument rating 
and bad accumulated a total or 1688 flight hour:~. His tot.l jet flying the vas 
l2'o4 hours, of vh1ch 7Jo4 hours verc first pUot houre. He bad flow the A3D a 
total. of 5Bo9 bours

1 
of whl.ch 48 hours were fb'"et pilot botU'5. He wu a designated 

A3D pl~ comaander on 29 April 1957 o He had made approximately 100 Jld.l'ror field 
carri~ land1xu\e in the A3D prior to the accident, Lieutenant WHITB wae a gradu.&te 
of JTTU. Olathe Kansae and of the FAWTU 1I1Btrument night course. He had received 
trai.n.ing in the A)D mobile maint-enance trainer and the A.3D operational flight trainer. 
He had recently graduated from the Aviation Safety Officer's School at the University 
of Southern C&li!ornia, and was the squadron safety officer. 

29. Discussions nth the CoJIIIII&Jld.ing Officer, squadron pereonnel,. the Flight S'lll'geon~ 
and JIIQblle maintenance trainer personnel revealed the followi.Dg concerning LT WHim. 
He was considered to be m above average aviator, vall motivated, anct"interested 1n 
f"4ingo He wae 1n good health and of a tempsrate nature. Maintenance trainar per~on
oel stated thAt he displqed an excellent to outstanding knoWledge of variOus systs e 
in the A3D and was adept at recognizing, an.al.y'iing, and haDlling s1.Dnll.ated emergencies. 
He wee a 11econd tour pilot, haVing gained experience in carrier aviation while serving 

1n an AD equadrono 

30. Discussions with the tand:ing Signal Officer, who had previously served W1t.b LT 
VBI'm 1n an AD squadron, and other squadron pilots revealed t~t be u.eua.lly nev tho 
AJD at sl.Dw air speeds in the FCLP patterno Tbie elow opng characteristic bad been 
noted by the LSO durillg the perrloue tour i.n the AD squadron. The· Landing Signal 
Officer stated t.t~at his slow flying may have ste!llllled troa hie attempts to fly a 
constant speed pattern w1. thi.n 1illl1 tations. One squadron pilot vbo new as co..pllot 
with L'l WHITE during an FCLP t'light 11tated that this slow flying caused b1lll to feel. 
un()():lli'ortableo' Tbi8 reaction,p of course llight be expected a.e i.ndivi.dual pilots develop 
their awn !lying habits and are prone to be somewhat critical or those of other pilots 

which 1.1'6 diSs1.m1lar. 

31. AJD Bullo 138956 vaa accepted by the Navy on 4 April 1957. It bad fl<nm a total. 
of 6 o4 hours. '1be laat maintenance inSpection vaa on accep1iance cbeclt performed b7 
VAH-9 on 2 Mty 1957. It bad nown 61..6 bours 81nce in.IJpection, Ma;intenance recorda 
reveal no hist.ory of ohroDic &irtr-e or systems liLI.l.t'cmction. 

32. 'rhe eng:S.nes ~re tvo JS7-P .. 10. They were installed on tbe a1rorart at tbe t1.118 
or production. Tbey bad operated a total or 69.2 hours. ReTiev or maintenanCe 
x-ecor<ls revealed no history o! chronic 1Ul..funct1on. 

33. The veatber at the tilae of the accident vas reported aa tvo tenths eUIIIUlus at 
)000 feet., eeven tentha al:to..cumnlus a.t 10~000 teet, Tisibillty tve1n miles• wind 
f r om 180 degl•eee at five 'knots and ~nllght. Weather is not considered a factor in 
this accidant.. () · 
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34. During tho investigation it was observed that the neet working conditions are 
not compat1bl.e 'llitb the semi- tropl.cal clillate. 'l'be squadron was cramped for office 
and ready room spa~. These conditions are aggravated by the high temperatures en
countered during the working day. This work:illg day nonaally begina at 0700 and 
uaually extends into the hours of darlmess. The squadron epaces are not air-con
ditioned but what is even more deplorable is the lack of electric fans or air 
circulating equip:nent or any nature. It was noted that some of t.he buildings such u 
the N y Exchange Administration Building,. and a training building were air-condition
ed. The need for a comfortable area in which to work, plan flights, and conduct 
'training is self -evident. (The great~ increased performance or aircraft makes the 
quality of hunan perf ormance even more criticsl'• The accumulated loss in physical 
efficiency +at results trom working in a hot, noisy, uncomfortable enviornment bas 
long been recognized as ccntributin..:to 1.Ul8afe nets. We have learned troa experience 
that vhenevor our rMchines are harmfully affected by enviro.nmental factors that they 
must be protected . The oxt.remel.y high 'Pb.vsical demAJ:ld5 COUDled with the responsibility 
now placed on .:r J~t pilots W&rrlll ts this type of pro+..ective consideration being 
gi~n these m n 1nst.ea<1 o~ a prot.ect.J.on whl.ch 1s C•>nB1C1erable less aaequate. Pilots 
should receive not equal but greater consideration than their aircraft. The physical 
comfort needs of fleet operating squadrons should be given at least equal prioriv 
with shore establishments when allocation of funds and equipment is made. 

SUBSTANTIATING DATA 

.35o ~he follo'ldng data pertain1ng to the independent investigation of this aircraft 
accident by the u.s. Naval Aviation Safety Center is on file at the Naval Aviation 
Safety Cent-er 

A. Dl.spatches 

B. Orders D1re: t1ng the Investigation 

c. Personnel Assisting -in the Invest1.gation 

D. NASC Information Questioanaire 

E. Wreckage Diagram 

F. Witness Statements 

G. Maintena.oce Otricer's Stato~~~ent 

H. Ajr Research Report of ADU Inspection 

I. O&R Norfolk DIR Report 

J. Douglas Aircraft Corporation Report of Aileron Actuator Inspection 
0 

X. MedicD.l Officer''" Ail&lYBis of Injuries . . 
• 
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Aer- MA-610/225 

FIF'l'H ENDORSEMi:NT onJ§~!JToRy INFORJI.A.TION to VAH-9 1 liR ser 2-571 

concerning A3D-2 BUNC' 1 occurring 6 July 19571 pilot WB:rn: 

From: Chief, Bureau of Aeronautics 
To: CIU.ef of Ne.vaJ. Ope,..at1ons 

2 4 APR 1958 
Via.t Commander, U.S. NavaJ. Aviation Safety Center 

Subj: Aircraft Accident Report; foxvarding of 

1. Forwarded, concurring lolith the opinion of' the Aircraft Accident Board. 

Copy to: 
COMNAVAIRLANT 
COMFAIRJAX 
COHRA'NlliG-1 
COMHA'NING-2 
CO, VAH-9 

3 
0 
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FF7-l/15:rdd 

~;; 2551 
17 OCT 1957 

THIRD ENDORSE::ENT on SUPPIDIENTARY INFORHATION to 1/AH-9 ,'\.AR ser 2- 571 
concerning A3D-2 BUNO 138956, occurring 6 July 19'!{{, pilot \JHITE 

~: 
Via: 

Cor.'C':lander Fleet Air, Jacksonville 
Chief of Naval Operations (OP-57) 
(1) Commander Na'Bl Air Force/. U. S. /,tlantic Fleet 
(2) Chief, Bureau of /,eronaut:rcs (HA-61) 

· (3) Director, U. S . Naval Aviation Safety Center 

Subj: VAH-9 /.ircraf't /.ccident Report ser 2-57; supplementary infox
r..ation on 

1. Forwarded, concurring with the o"/;;7£~ ::r:·~ 

W. G. S\\IITZER 

Copy to: 
NLVf.VS..FCEN (2) 
BUf.ER (l.ffi-61) (2) 
COl-!Hl.'IWING ONE 
COMHJ,'I\r.rNG '1'\'IO 
C01 V/.H-1 
CO, V/.H-3 
CO, Vl.H-5 
CO, V.'JI-9 
B:.R ELSEGUNOO 

4 

0 
0 

C) 
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HANnm are 
lil: t:1 
Serial: 1 
I{\ OCT 1957 

SEC :D ENDQill;lliEJ;T on SUPP'~DENTARY 1NFOF1UTICN to VAH-9 MR 2-57 concerning 
A3D-2 BUliO 138956 occurring 6 July 1957, Pilot W'niTE 

From: 
To: 
Via: 

Co:mii.!Ulder Heavy Attack 1-lillt; WE 
Chief of llaval Operations (OP- 57) 
(1) Commander Fleet Air, Jackeonvillc 
(2) Cor.mander l'aval Air Force, U. S . Atlantic Flnot 
(3) Chief, Bureau of Aeronautics (AER 512) 
(4) Diroct,r, U. S, Naval Aviation Safety Center 

Subj: VAH-9 Aircraft Accident Report 2-57; supplementary information on 

1. ForwardP.d, conc~rring vith the opinion of the board, 

Copy to: 
BUAER (AER51:!) 
DIRNAVA'ISAFCEll 
CO Vni-1 
CO V.#Jl-3 
CO VNI-5 
C~A'NING 'IWO 
BA.tt EL~UNOO 
CO VJJi-9 

By direction 

0 
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VAH9/00:WRH 
A2.5 
Ser: ·829 
12 September 19.57 

FIRST ENOORS»>EN'l' on SUPPLEMENT.A.ttY INFOtt.HATION to VAH-9, .AAR 2-.57 concerning 
AJD-2, Bullo 1.38950 occurring 6 July 19.57, Pilot Wl:UTE 

P'rom: Conmanding Officer, Heavy Attack Squadron NINE (VAH-9) 
To: Chief of Naval OperatioDB ( OP-57) 
Via: (1) C~der Heavy Attack Wing ONE 

(2) Commander Fleet Air; JacksonviLle 
(3) CO!liii8.Ilder Naval Air Force, u. s. Atl.Mtic Fleet 
(4) Chief, B~·eau of Aeronautics (AER-5.L2) 
(5) Director, u. s. Naval Aviation Safety Center 

Subj: VAH-9 Aircraft; Accident Report 2-.57; supplement.ar;r infornation on 

1. Forwarded, concurring with the opinion of the board. 

Copy to: 
DUA:m {.AErt.-5~2) 
DIRNAVAVS~"'CEN 
CO, VAH...:L 
CO, VAH-3 
CO, VAH-.5 
COMHA'IWim 'NO 
BAit EL SEGUNDO 

' 
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SUPPLEMENTARY INFORMATION to VAH- 9, A.AR 2-57 concerning A3D-2, BuNo 138956 
occurring 6 July 1957, Pilot WHITE 

Fraa~ 
Toe 
Via: 

Aircraft Accident. Board, Heavy Attack Squadron NINE (VAH-9) 
Chief' o£ Naval Opornti.cns ( Op-57) 
(1) Commanding Oti'icer, Heavy Attack Squadron 1ffilE (VAH- 9) 
( 2) Cocmander Heavy Attack Wing ONE 
(J) C011111ander Fleet Air, Jacksonville 
(4) Cocmander Naval Air Force, u.s. A:tlant.ic Fleet 
( 5 ) C!Ue£, Bureau o£ Aeronautics (AER-512) 
(o) Director, u.s. Naval Aviation Safety Center 

Subj: VAH- 9 Aircraft Accidel'lt Report 2-57; supplementary in!or~~atioo on 

1. Disassembly and inspection of the J- S7 engines involved in the crashed 
aircraf'L was coq:>leted at O&R Nort'olk, Virginia, It waa dett~I'1111ned f.rca 
thia inapoctico that both engines were turning at h:igh power at the time or 
illpact and there vas no eddence of any malfunctioning parts. 

? , The surface control boost actuators vere examined by the Douglas Aircraft 
Compmy and were found t<. be normal in all. respects. There was no evidence 
disclosed of mal.i'wlctioning parts. 

3. It is the opinion of the Aircraft Accident Board that. no further investi
gation is warranted. The lack of evidence to support any positive ca1clusions 
still exists and therefore, no further information can be added to the or~al 

AAR.·o~ ;::((. 
E. R. )D I cml USN Executive Officer 

Unit Billet 

Adlllini.atrative Of' fie er 
Unit Billet 

Landing Signal Officer 
Un1 t. Billet 

C~at.ions Officer 
Unit Billet 
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Code 101 

10 S<!ptember 1957 

.FOURTH ENDORSEMEHT on v.ut .. 9 •JJlll sor Z.S7 ... JD-2. 138956 
accident occurring 6 JUL 57 0 pilot. ~HITE 

From; 
'lo: 
Via: 

Connandor tla;ral .Air Forc0, '0 o S • Atlantic FJ.oot 
Chie£ ot »~val Operationo ( Op-57;--
(l) Chie!, Bureau ot Aeronautics (Mitw61) 
(2) Director U.So 11.-wal A.viation Safoty Center 

. Subj: Aircraft Accident Report 

1 Forw:..rdod. conetu-ring :in th9 ~indingo o£ the Ai:rcrat't 
.Accident Board and in acneral in the roreark:; eonta1rlod bl 
endorSOIJI9nts thereto 

z Tho m tter or carrying m1n1.1!1um crew during FCLP and 
carqunl. ldll bo tha oubJoe't or sepiirate correspondenceq 

Copy to: 
Dll.iliC ( 2) 
COKF.URJAX 
CGI~TY.'n:G ONE 
CO• V,Ji-9 

.Al 



FF7- l/15:rdd 
1..~5 
Ser 2016 
20 Angus!:. 1957 

r.·~~ - moRST:;'1i'NT on VAH- 9 f.AR ser 2- 571 involving /.JD-2 BPNO 
1389 561 acciaent occurring 6 July 19571 pilot , 'BITE 

Froc: : 
To: 
Via: 

Subj : 

Cor.".rr.andcr Fleet •. ir, Jacksonville 
C~ief of Naval CpPrations (OP-57) 
( 1) Cort•n~.nder l1aval J.ir Force , U. S . J,tlanti.c Fleet 
(") Chief, Bureau of /eronautics (H!.-61) 
(3) Director, U. S. Navc:..l .. viation S<!fety Center 

•. ircraft .ccident Report; forwardi~e of 

1. ... oi"rarded , concurring with the corrective action indicated in 
the first en~or~enent . 

2. The paragr~ph 11 OTHE.~ /.IRCRAFT' on page l 2of the "ircr"ft t'Cci

dent report is believed to contain a clerical error. The second 
sentence re~ds, 11There was a report of on fourth aircraft southv.'e:'t 
of the field \-:hich could not ht-vc startl ed LT ~.niTE, etc • 11 • In view 
of the mecning cf the third sentence it is thought that the word 
"not'' should be deleted fron the second sentenco of sub,iect p.jra
gr.eph , 

Cop~' to : 
N •• Vt V .... .FCF..N (2) 
EU'.IR(M..-61) (2) 
C01:1-L'l ::u C-1 
CO, . V • .H- 9 
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• • HATWING-1 
N1 :ln 
Ser: 4 

1 2 AUG 1957 
SECOND ENDORSEMENT on VAH- 9 AAR 2-57 concerning AJD-2 BuNo 138956, 
accident occurring 6 July 1957, Pilot WHITE 

From: 
To: 
Via: 

Subj: 

Commander Hea.y Attack Wing ONE 
Chief of Naval Operations (Op-57) 
(1) Commander Fleet Air, Jacksonville 
(2) Commander Naval Air Force, U. S. Atlantic Fleet 
(J) Chief , Bureau of Aeronautics (AER 512) 
(4) Director, U. s. Naval Aviation Safety Center 

Aircraft Accident Report; forwarding of 

1. Forwarded. 

2. The action taken by the commanding officer is concurred in. In addition 
all commanding officers of this command have been directed to utilize the 
minimum crew commensurate with mission requirements. 

3. The inTestigation by the 0 & R Norfolk and the Douglas Aircraft Co. 
will be carefully monitored by this command. A.n:1 conclusions or recommen
dations resulting from these investigations will be forwarded at a later 
date. 

Copy to: 
BUAER (AER 512) 
DIRNAVAVSAFCEN (2) 
VAH-9 

17 
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• I A • VAH9/00: Jl:If 
1125 
Scr: 725 
29 July 1957 

FlRST ElitoRSEMENT on VP.B-9 /:.Ail. 2-S7 c:mcerning .. J~2 Bul;~ lJ89S61 
accident occurring 6 July 1957, Pilot WHJTE 

Fra:t: Corv:;andi.'1g Officer, F.eavy J.ttncl{ Squadron NTIIE (V:.H-9) 
'Eo~ Chief of' Naval Opernti():'}s (Op- 57) 
Viar (1) Conr;;ander Heavy •. ttack r'ing O?IE 

( 2) Corr c.11der Fleet i.ir Jacl,sonville 
(3) CCT.'II'londer Air Force, u. s . ,.tlantic Fl.oot 
(h) Chl.ef, Bureau of .,cronautics (.~.ER~l2) 
(5) Director, u. S, .~aval /,viation Safety Center 

Subj : Aircraft Accident Report; forw:u-c!:ing of 

1, Forwarded. 

2. Since the cause of this accident is undctcmincd at this tine, no 
moanl.ngf'ul conclusions can be drm-m. Only one thing is certain 1 'the 
pilot w~ :in serious trouble alJnost froll' the mQllcnt ho boomne airborne 
.following his .fi!'th FCLP pass. The possib1li t1oa tllnt mit;ht nccourrt 
for the erro:tio flight path of the. aircraft have been explored in the 
bODic report. /uthough invcs' .. igntion of variouo aircraft cornponcntD 
hns not boon canpletcd, it appears at thio point thnt this nircrnft 
WD.S functioning ororcrly. • ssuning this to be the case, tho pilot lost 
control for sene other re<lBon. L stall is the r.~ost obvious situo.tion 
1-1hich would result in the <Urcraft bchr...ving ns it did . 1!-:n-levor, os 
pointed out 1n the basic report, the ••3D has excellent st<lll wcrning 
che.rncteristics . W:i:tll p01o1cr off and wir.gB l evel thr0Uf)1out a speod 
r:ngo or :lpprox:imatoly twenty (20) knots prior to "\otuol 5toll., nir.t'rnno 
buffet xcurs . ThP buffet r:mge is s!lMcwh::~.t lcs::: l#ith po:o~c;r on c.nd in 
a turn~ but is still considerable. The buffeting bccarcs progr~ssivoly 
narc severe as tho stall is :xpproo.ched. Applic~tion of power pri. .. ~ to 
nctuo.l. stAll rapi~ truces t:1o mrcraft outside tho buffet rc:~gc with 
litUc or no loss of altitude. Fl.ight tests were conrtuctcci after the 
nccidant in an at~t to duplic ~to ~~~ situation cxi3ting in this 
inst:lnco. Tho oircrA.ft, in h"'ldinG configur..otion, lf:ll:l pl:lcod in :1 steeper 
tJum nol"!l\£1l. b:mk ll!ld :lllovoc to dccolcrdo. In Clfcry cas nom~ cl.r!:'rmae 
buffet occurcd, and in no case did t 10 

3. Tho presence of four (L) crml'lloobcrs on bomod tl':o ~l'cro.ft is descrvinR 
of oa.u-1ont. It h:lS boon t.l;o experience of t.his coru~cnd -t.'lct three crcw
manbars arc roquirod to oporotc the /.3D proper ly :.nd s:U'oly. Fer ~'CLP 1 1t 
hos boon tho pra.ctice to substitl:to n second pilot for tJ1o Doubordior/limr
iiator, 

-I ~ 23 
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'Ibis illows two pilots to o1fttl.1n n period of FCLP (approximately 6-8 
land:!..ngs ollCh per flight, resulting in marq ~fic:iont utilizntion. Futhcr
morc, it hos bean vary bcn~al, fran tht! point of trnin:!..n~ .ond s~d., 
ardizotion, to have two pilots fly to1other and o~sc~e oa~ Qthpr's 
technique. It ~ felt ~at this practice is justif~e4 in flight~ of thi~ 
type. Tho fourt.P ~rol'IJ!Icznber, however, wns no~ reqq+resl fo'" tho successful 
acoanplishmcnt of the !Ussion. · MONJ\C01 tho o~server, was not sch(ld~cd 
for the fiight. He was W'lder orders to duty involving fiying, nnd on 
the night of tho llCcident requested ponnission fran the pilot to go on 
the night. This permission W:lS grunted. 

4. S:!..nce the specific cause of the llCoident bas not been determined, oorr• 
cctivc measures to prevent further accidents of this typo are ditfioult 
to determine. However, tho followi.n~ action ha.a been taken to lessen the 
~10 possi~ility and reduce the sevorityl 

a. Only nd.niln\lJII crews (three crewmCJ!Ibers) will be amploycd during 
fCLP. 

b. During touch n.nd go londings, pilots will before turninc, aceeler• 
ato to nt least 135' lmots ::md will only an:ploy as much angle of bnnlc 
(nonn~ n mmc:imum of twenty (20) degrees) AS 1a required to plllCe thctn 
tho proper distMee aboom for the next downwind leg. 

5. Thia report wns not canpleted nnd forw.:lrded within the timo limit 
specified by OPNAV INSTRUCTION 37S'0.6B duo to tho squadron and most ef 'tllc 
mcJnbcrs of the Accident Board boing Gnbarkod for carrier qulllificntions dur
~ tho period l.S-26 July 1957. However, an extension until. 29 July 1957 
W:lB roqueeted frcm and approved by the Controll:!..ng CustodiM. 

2 
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d, fi3 UNOETER,..INEO II• 0 SUR"'ACE FACillliES 

o. 0 TECHNICAL INSTRUCl :nN 
'iUli\N ENGINEERING 

;,. 0 (e.g. ccckjlll COflltowratton t ) 



h. ( J RUNWA\ 

1. 0 WATE:t LANO;I'IG; PEn 

I• 0 APrROACH ZONE 

lo. 0 END ZONE 

_ rt•:""Gf"CY A~F'::!SiiNG 
~ . ._, r [.\'! .K• IIWOy) 

AI•'C.•V FT SERVICING, HANO-
p. 0 LI'IG & DIRECTING (Fo•l4 "'Ship) 

q, 0 CRASH AND RESCUE 

•· 0 SEARCH AHO RESCUE 

Estil11ate of dolle.r cost ot repair and drr~agc to civ:Ui.an propc!"t,v 
resu1ting t'rOTI a.i.rcrnf't accident' $1,96S.oo. Ooverrtmmt property· 
llot8 



.. • • 
P • .RT II 1-.R. 2-$7 

T:lL :.C'X)UNT 

SECTION V .. T!m •• CCIDT·:IJ'T 

H(;~~· •• ttc.ck Squr.dron ~III[; {V.Ji-9) bcscd ~t the. ti"Vl!.l •• ir ate. tion, &.n!ord, 

flori~ ~d tl#O nirror FCLP pc..riods scheduled tor s~turdey night 6 July 19$7. 

The first pc:.riod lr.'.S scheduled fror.~ 19.30R to 2100R for throe : • .3D-~ .::ti.rcrdt. 

Sinec it is the.. sqllt'.dron policy to fly two pilot-3 per e irerdt during c~ch 

FCLP period, CDR C • .R.:'Jl ~d LT 1·1H!TE Hero scheduled to~otn<..r tor tho first 

pcrlod. T'niS poliey e,.~blcs e~ch pilot to !'!r.kc ~,.,ro~tcl.y sc•~en lt'.ndings 

per period :md split8 the hop 10 c.s to ret-J.Hc m.:l.Ximum e!!ieicnoy trorn c::ch 

pilot, It h.-s nlso be~ n found thr.t tlyi.n~ two pilot-3 during FCLP' s 

stiJI\Ul~tcs discussion ot technique t>.nd h::s resulted in :-.n ovcr-:!ll increr.so 

iJ\ tr::ining. 

SE.'J!.'.N, /.T2, \reS the t.'llird ere~ Msigred to the flight :l.tld 110 ·.co, i.Ql, 

wca ndclod c.s c fo\.:l'th crcH observer• 

The scheduled ~ircrc.!t tor the !'H~ht l(~ squ.~dron ::iror:'.ft nunbcr 7J however, 

due to lll'inor diserepnncics found on Number 7, the pilots elected to til.'<e 

NU!:'!bor 12, btu-oru number 138?56. 

Bce".uso o!' the deley in chrnging l'.ircrl'.ft, 12 11BR~ZE'' wes not airborne 

until 20l$R. Through rc.dio report, to the squ:-.dron LSO at the mirror, it l(A8 

d.cfinitoly cstr.bliahed th:-.t LT T'HJ:TE uc.s the pilot for the first hal.! of the 

period :-s th c plD.ne entered t ~e FCLP pattern uith the otbe.r two .JDI s. 

Rumey 27 1m8 the rumtey being wsed £or the FCLP bounces vi th ~ sur free .n nd 

fran 180 degrees Md 5 knots, Het>.thcr rt the tine consisted of r. .3,000 ft . 

sccttercd lcycr with ~ hi~ bro!tcn ].eyer rt 10,000 ft. Visibility uo.a re

ported ot 12 miles with c. '!Ooci horizon C:uo to n b1"1.ght c.l.most h:llf MOOn. 

Because of tho 0.. rcrc..tt overweight condition, (fuel locd prior to t.~kc-off 

lt::l.S verified at 14,000lbs,) LT HHITE made tuo hccvy l~d p:lsses on the mirror 

11i thout tou<:h dolal 'lfhioh brought his t'Ci3)\t well below t.1o rceorncnded cross 

uoi~ht £or totlch c.ncl gc lr.ndi~s. ($01000lbs,) Q:ltln..encing hio third pcss, he 

reported fuel nboc.rd ~ n,5oo lbs (" ross l«:ight tlnproximntozy 49, 500 lbs.) 

nnd procoodod to ny t..tlnt the LS0 recorded c.s :m OK pMS to o. touch down . His 

fourth <1nd filth npprol\Chcs to touch dotll't tiGre co~idorod good <1nd recorded r..s 

OK by tho LSO. 

FollO\rin« the fifth bounce, the "ircrc.ft uc.s cbsct:vcd by the LSO to accclcrrte 

D.nd cliPib nonndly c.ftcr tdcc-off, thon observers on the tsution reported 

the nircr"'ft · n err~tic Oi~ht consisting of c stoop left end right ~nk on 

tbe up Wirxi turn. RoJ)Orts of witnesses in the gcner~l crMh c.ron show th.."'t 

tho nircrn!t did 'lOt cstnblish a. dot.n wind leg but continued its errat ic 

night p.:ltb ~ound to ~ finrl hcrdinp, or c.bout 2J5 dcercos end or~shcd right 

nng doun in ~ her-.vily l(ooded c.ren c.ftcr hi tti~ tho tops ot sevcr.rl largo 

trcos, Frol!l the point of initial eont~ct 11ith the ground, the ~ircr:U't 

continued through the trees cuttinl! n p.'\th OJmrax:illlC.toly .3S to Lo feet wide nnd 

ebout 6oo !cct long before cxplodi~, producirr c !ire b~11 th3t :rose to n 

hei &h t. or 100 to 200 foot. 
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SECTION V • THE f.CCIDENl' (CONl''D) 

No trMSll\issions WGre rccei voed frol'l\ the ai rcr~.!t tollOtfinc the lAst report 
of fuel lond of 10,200 lbs :md 11rneatball 11 report in the groove prior to the 
fifth landi~ • 'ltlis information served to fix the Ntimnted 1\lel load at 
the titne o£ the ornsh (2037R) at 97 900 lbs., givill: a total. aircrnrt wei~ht 
of 471 900 lbs. 

The firol crash are11 wns si tun ted approx:i.mntcly ono P\i.lo south ot tho N~.vt1l 
/d.r St.-tion am o. tow feet in from a dirt road. This ma.do the crash rec.dily 
accessible to the Str.tion fire fighting eqUipment which D.l'rivcd at tho scone 
in a mtltter of c. f ew minutes after the explosion oceurcd. 

Thoro wore no survivors from the accident. J'.l.l four bodios were recovered 
at the iMmediate crash scene. 

SECTION VI - D:JiAGE TO :.rRCRf.FT 

The aircraft wns demolished by impact lri th trees and the ground. (Enclosure 
( 2 .b)) Some smnll fires were stru-tcd along the erru~h path D.M a moderate 
explosion and fire occurred in the area tthere the wing center section and 
!uselQge fuel cells came to rest. 'Ihc explosion rutd fire considerably 
increased the drunagc to parts in the main fire D.rca. 

Enclosure (1) contains a plot of significant and idcntifi<1blo parts as 
they were found along the crash path. 

Initial contact wns medc with tho trees m ere tho lett wing clipped stnDJ.l 
limbs !':rom a tree 80 feet from the ground. At 5o feet along the crash pnth 
tho right Wing1 about 8 feet inboard from tho tip struck a sturdy 18 inch 
diameter pine tree 40 feet ~bove the ground. (Enclosure (2) figure (b)) 
The outer 8 feet of too right wing, slat and aileron wore torn off, At 
the srunc time the laft 1oring clipped tho tops fro111 another tree directly 
across the flight path at a.bout 60 feet from the ground. 'lhe angle of bank 
at this point wns about 2' degrees right Wing down, At 124 feet past the 
sturdy pine tree the remeinder of tho right wing stllrtcd dragging the ground 
and nt the same time a 16 inch onk tree at tho center line o! the crr.sh 
path was hit a.nd broken off. .\pparcn~.ly the airplane tm3 rotating to tho 
right at this point D.S 50 fed further along a very large oak tree was hit 
and it tore into the left side of the nirplcne nt about tho left main gear. 
It appears thnt tho empennc.3e was severed from the airplane at this time 
and new through the nir to its fi.nDl resting plnce nt the end of the crash 
path. Some gouges in the earth 50 feet along the ems!\ pt.th from the tree 
mioh tore into the left side of tlle cirplanc indicC\tc that tho nose :md 
main wheels and engines contActed the ground at a. relntivcly sha.llow :mgl c. 
l.t 16o f evt further along nncl to the right side of the crash path the coils 
from oround the liquid oxy~en flask, locntcd in the left hc.nd nose COIIIP:nt't
mont, wore pr ossed into the ground. .\.t th:ls point, complete di.sintogrn.tion 
bortM ns ' .• 10 Airplr.ne ~:artvhoalod nnd or t.umblcd along the crasa pnth. 

~ - -• ·_) 2 
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SECTION VI - D."J-!/, 'JE TO J.ffiCR1.FT ( CONT' D) 

Both engines were torn !rao fr'om the pylons. Tho right wing foiled et tho fold Hith the lock pins still in plnec , The lott uing failed inbocrd o! tho pylon. Tho center section ~nd right \ri.nq out to tho fold continued intact to the end of the 6oo foot p.:-.th , (Enclosure (2) figure (c)) Both tuse:ln~c fuel cells c:mne to rest nnd burro d just D.hc:l.d of thi.lS section of tho 1-~ , It nupoarcd that nn explosion of l'lOc!.Or:'.tc force occur rod in the ri~ t 'Wing tl'.nk nftcr it ht'.d ruptured 'lt the sc~. The; ve;rticnl s·.:1bilizcr fnilcd to the right nt its bn.se bclou t .. c foldil'lb hinges. Tho cockpit nnd fuselage ~reas lolerc cor.tplotcly deMolished and th c insides drnr~ed olon ;.ri th the center lTinr- section by elcctric:ll 1oli.rcs :1nd eublcs, 

It is irtpossible to ":'lgc the speed bct":c n cc.ch point of l.rlp<!ct, however it is believed thnt speed at initinl imp.'\ct H~ botl·roen 120 Md l.LO knots . 

SECTION VII - THE INVESTIO.i.TION 

St:-tcmcnts of 1-ri trossos, (Enclosure {.3)) both aviation pcrsonnal and civilinns, uore used to determine the flieht pllth nnd actions of the nirpl~ irnmcdi~tolY proceeding the crash. There were sever:1l contr:1dictory st~tel'tents concerning the n ttitude, position illld engine behavior of the nirplnne, therefore, after obtaining written state!Tients 1 menbers of the bocrd thoroughly questioned the •-ritnesses nnd their statements were evnluated ~s to sirrrl.licrily ond fe:-sibili ty, It is believed thct; so liP. ccrn.r:-dictions as to attitude nnd engine oper~tion trere enused by the t-ritnesses observing the airplnne et different times ~d th~t so~ from the engines were interrupted by intcrveninc buildings or 11cre henrd distinctly dilfercnt by persons at different angles from the nirplnnc , 

Using locations from t-:hich the ~rious persons observed the ;tirpl • .ne tho flight peth liM datermined to be qui to errntic os indicr'.tcd in enclosure (2) figure (4) • Following on n J>D.rcntly noT!Il.Ol. touch ~d "'O U c po.n:r was reduced and o left climbing turn uns st.:trtcd townrd the doumrind leg. Hitnesscs reported the benk Oll!;le during this turn apo~rod ~rc:ltcr thnn nom.:U, After com:>lcting 'lbout 120 degree of turn the nirplano was observed to 11nip11 into ll. steep bank to the rittht, L. SlO'I-t rccovczy W.:!S ~de from the rir.ht br.nk ncco~~~pnnied by a modernto descent. Attitude at the til"e of the turn reversal is judged to hnvo been obout )00 feet. 1/itnosses locntcd On the Oil' b "'SC lost Sight of thf:> nirpl:mo behind the treeS OS it -...:lltinued descent to the small lnkc adjMont to tho cro3h. J.t cbout this tif!fl Yi tnosses locetod at the oout.h..--m odgo of tho l:lkc sou tho nir!>lane cppronc.l}ill:: from the n.,flthoast., nt :!bout tree to9 levol and nppnrentJ.y in ~st level turning rught. 'lbcse ui tnesses C>bsorvcd tho nirplanc only a few secon:is before it struck th!' +.,... .. s t,n ~cct nhovo tb<' .;r..>und ir. nrout a 2$ dcsrcc right bo.nk. 

- 3-
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!. so<U"ch of the ground nlo~ the fl~ht pnth revealed noth~ to hnvc 
fallen !I'Oill he ~irplnne prior to cootnct 1-ri.th the trees, 

1. thorough inopocti.on ot aJ..l idcntificblc parw or the :lirpl~c lTrul m.::do 
nt the c:r~h sec>no. P:u-ti~r cnphcsis uns .,laced on inspections or r.J.l 
control surfncos and their nctuetina nnd attaeh~ co~pononts~ ~draulic, 
fuel r.nd electri~ systom components, nwd.l !.inry drive units ~d l'll<~in 
engines. Representatives from ~;e various cogniz~t equipment Mcnu!ccturcrs 
nlus invost.it;<>.tors 1'rom the the: N~Y<'l AViction S~cty Center ucrc c~llcd in 
to as~iot in these irtspcction~ • 

On tho scone inspection rcvoc1cd tl.e following: 

a. Both cnzincs uero turning at inp~ot, houcver it could not be 
dotorr11ncd loc:llly t-Jllcthcr they wcr<- ~Tindmilling or nt full power. The 
cnsincs were shipped to O&R Norfolk, Virginia !or d1Sl!Sscmbly

1 
inspection 

Pnd report . To d to no in£or~tion hcs bcc.n received• 

b, Both engine fuel control indices 1o~erc set to ~::w" thrust position. 
This condition Merely indic"'i;(;s t.'1:-t both oo rcr lc.vcrs were .:1t rn<'.Xil'! 'm -...nd 
not n:cessr.rUy th~t the engines were nctu~lly opcr"'ting nt full t:1rust, 

c . Nei the:r isni tion tirncr cppcc.red to hl:ve been running ~ they woul:i 
h~ve been h<-.d ~ r e- light been atte~cd. Boc.:1usc of the cor:3tructior. oi 
t.1c units this !indi~ is considered inconclusive . 

d• Both pylon fuel r.!lves were in the open position, Thc:Jo ·:Alves 
:-.re controlled by tJ1c ~ter ens:tr.e sWitches. 

c , Fuel shut-off v:-J.ves 'letwon the feed tnnk end the engines wrc 
both open. These valvos arc controlled ~· t.l-m nt~st<>r ctl{!inc m.ritehoo ;:nd 
the c:ross!ccd switch. 

r. Crosofccd vnlve t-ms closed. 

F• Tho opcr.-.tillr condition of the high nrcasurc cngir¥:: dri von pumps 
contnin~;~d wi. thin tho ongire .f'uol control units W" S not dotomincd. Thb 
Worm:\tion l1i.ll bo SU'!)Pli.od 'Hhon received in the report froM 08·R Norfolk. 

~ 
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• • SFCTION vn - THE INVESTICL'J !21~ ~~.C:i'l 1 D} 

h . Tho opcr::tting condition of the fuel boost pumps W<'.B not dotemincd. 
One pump uas almost destroyed in the .fire follouinP the crcsh. As the 
engines in the .'\)D will opcr~te noi'I"...Uly :1t full thrust nt lou ru.titude 
without fuel boost the opcr~till; condition ot these pumps is not corsidcred 
ilolportmt. 

i • Both nuxillinry dri vc units uero apparently operating nt normal 
speed nt i.Jnpnct. One unit recovered mroy from the fire area did not indica.tc 
other thnn nomlll teMpercture in tho JDU compartl'Unt. 

j . There ~e two utility system hydraulic pumps and two surface control 
boost pur.~ps comcotcd mcch<'.nicn]Jy to the auxilli:u-y drive units. All four 
pU111ps wcrr. recovered o.nd inspection revealed nothing to indicate nbnormnl 
operation. 

k. :.11 surface control boost s-.;stei':'.S were found discomectcd however 
these disconnects nrc cable operated o.nd would h~vo been disconnected cs 
the ~irplo.nc tore apnrt. 

1. Tho surface control boost actuators ucro recovered nnd inspected, 
hot-rover it could not. be determined loc<Uly if thoy \lore functioning normclly 
~t tiJne of impact. The actuators were sent to Dougl~ J.ircr.:U't Col:lp~ 
for a r:orc dct:::ilcd nn:ll.ysis . This infomntion '~<;ill be :o~dt)d \ihcn 
received. 

m. RAcnusc of tho mnnncr and soquoncc in llhich the c.i.%pl('.nc cc.mc cpo.rt 
And struck largo limbsof trees it 1-ros i.Jnpossible to determine control 
positions at inp~ct. 

n. L:lter:U trim position could not be dctcrnincd. 

o. Rudder trim trns neutral nnd the actuo.tor wns norMnl~ 

P• Longi tudinnl trim (horizontal st:lbilizcr) wc.s found in t:1e .full 
nose up position. This is not considered too unusunl as nom.1l tr...r.1 duri~ 
o r.irror a~prooch 'is lll.nost full nose up. It is possible h-.1 reducing 
thrust after a touch and go nnd kccpincr the speed ne<1r the npproach speed 
throu(!:hout, to fly a full p.'lttcrn with full nose up trim t-Tith only light 
lon~P.tudinnl cont rol forces. /.t spc€lds above 130 knots tho longitudircl 
control force required to mo.int.:lin nor:nal flight bocoliiCS uncomfort.."!.ble 
1-i thout rctriming fron the full up position. There were no reports of 
the airpl.:Jne be~ in :-. steep cli:!lb nt nny time prior to the crash. 

q. l•.cr oeynrunic slnts were npparcntly ;.:orkinc normally. Fi vc FCLP 
approaches had been msdc just prior to the crnsh Hi th no cor.rnont fran the 
crew concerning n.ilfunctioning slats, 
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SECTION Vll • THE Ii'IVESTI<JnT:U_!:! (CJNT 1 D) 

r. Spoiler notuetors ru1d control valves Here nppo.rl)ntely normal. 
The spoiler accumulators were found still containine normal pressure. 

s. Both wine and tail fold pin locks were found in the locked 
position. 

t. The AC and DC P.enerators are connected mechanically to the 
nur.i.liary drive units and inspection indice.tc-d the generator! Here running 
at till'S of impact. t.ll witnesses sai·1 the running li",hts (DC operated) 
burning. 

u, The center control pedestal (Enclosure (2) figure (d)) wns found 
o.nd the snitches and controls were found in the folloWing posi ti one r 

1. Both power levers in the full open position 

2, Both master engine switches, under gu~ds 1 in the ON Position 

3. J..andin.; gear control down, The laOOing gear lV<\S actually 
do'Wn at impact, 

4. Gust locks, disengaged. 

S. Speed bralres, in, 

6. Flap control, up. The postion of the flaps ho11evcr wns 
detemined to be full down by other evidence, 

7. Tnil hook control, broken loose end in the do11n posi t::..on. 

8. Hytrol Bld.tch, on, 

9. Nanual fuel cg control vnlve in norm~. 

10, No. 2 i•C ecncrator sHitc~ in the run position. 

v The drng chute wcs found in the po.clted position at the s::ene of the 
crash., 

3,. Pieces of tho cockpit rug. padding, pilots equipment nnd the like 
:Jhich were spread amont:r the wrockag~ were exarnin:::d, there was no eViden .. e 
to indicate til~rc ho.d born c. cockpit fire or cxplos:J.o:: prior to or halfuay 
up the wrecka;c p~~h. 
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SECTION VIll - TJIE A!JAI:!SIS 

At this writing. the :> ctual L~u.ie of the ::lccident is unknown. .!nlllediate 
investigation nt the ernsh scene revealed nothing to indicate that aJ'\1 
equipnent was operating other than nornally at the til'!e of the oraab. 
Further investigation of such things as engines, fuel controls, nileroft 
boost actuctors <>nd control '\-alves and the rudder and elev.ltor boost 
actuetors o.nd control v.llves is currently bei.r« cnrried on by O&R Norfolk 
a.nd the Douglas Aircraft Conpa.ny # El Segundo1 C:tlifornia. 'l'he results will 
be for-IBrded 'When received. There are however other possibiliti~ whieh 
lK>uld tend to explain the err<ltic flight pa.th of the airplane. These are 
discussed below. 

?miNE FAILURE 
'Nie known flight p:-.th of the llircrart Would. h:!ve hoM hichly inprobable to 
attnin with a left engine failure. 

Th~xe had been no engine discrepancies listed on nqy recent yell~r 
• In Addition, it shoul.d toe pointed out tho.t :lt e gross 'l>roi8)lt of 

118,000 pounds which was aporoximt•.tely the gross ~rcight of the nircr ,.ft at 
the ti.II'C or cr:-sh, other s~dro::1 pilots hcve made simul.::tcd single engine 
'1-raveoffs from npproAch speed wit~ no real difficulty . NomLlily, in t~is 
eondi ti.on a rudder pedal force of fro~:~ 150 to 200 pounds is req-.11red 'IIi th
out any appl1c:1t1on o! rudder trt.n. 

srAu 
Of."le'r pilots of this squadron who hnve flowr. FCIP 1 s \lith LT n::rn. evme::ttcd 
th~t he fleu his pnttern frorn take- off tc. la.1di..1~ at :> slow spect.:1 but ru_wys 
above the buffet zone. T'1cy furttl.er scc.te1 i:.hr.t he religiously chcck.:ld the 
bu.!:fct just prior to the 180 degree JOS~ ti.on, He vns Oleo knov.1 to hc•~t: 
uacd e ~ 6 dogroo nose up tri.:rl thl'Ongh?Ut hi~ po.ttcl'n . Under those 
conditions md ndding :l vory stoop "'lnnk, n stall comi"tion could occur. 

HNev"r there is excellent wuninp. in tho forn of ~irframc buffet to unrn 
of i111pond"in ~ stall. Also, 11ith ftll "oucr O.l)rlicntionJ recovery f:.'Om a 
stall condition is excellent d\13 t.::> the rapid :lcc.:el:i..crction ohcrccter1flti~ 
of the nirpl<me . It is poniblc t..,ct <\ stllll or:cu ·• <.~t\ howovor it b :Colt 
improbcblo th~t ~~ immcdintc ~ rapid rocovc1~ ~uld not havo boon :ncaa 
ui.th applior.tion of 1!ltlXiJm.u1 tlu'ust. 



SECTION Vll1 - THE 1\ltl..YSI~ ,CJJVT'D) 

vmuoo· --Tnere :1s little reason to believe that the pilot experienced vertigo. Tho moon was in the southeast at an al.titudo of about 30 degrees and 5/8 full . In adcli tion there are maey ::,Toups of lights in the direction hE was hoadin~ plus the glow fran the city of Orlando. Visibility has been _~: laced at 12 Miles and othor pilots flylllg J.t tho same tilnc state that objects s\::.eh ns rocp, houses, open fields and lakes were clearly visible . (Encl osure (J)) 
Pn.DT 
tTTfr-1ITE l·ras considered an excellent o.ffiecr, His habi~ were very goOd regarding alcohol and smokin(. His interest in the P.eavy httacl prOfr~ was enthusiostio. He had recently volunteered to toke over tho task of Special l'1oapons Effects Officer because he had instructed on this subject at the Fleet Training Center, Noriolk, Virginia, an~ felt he could benefit the squadron tdth his kno•1lcdac. He was a graduate of the J'.viation Safety Officers courso at the University of Southern California. His pri.'!Ulry duty was squadron safety ofticor and he had developed and was prosecuting an ~gross:1vc safety progrll111. P.is mcntll.l attitude tor.lrd t:lying and his collatcrcl. d u tics woro hoal thy m d ngrrc3sivo . 

LT l•ffi!TE w::1s a graduate of the Naval llcadOJ!lY at Annapolis in the Class of 1949. He completed flight tr~g at Pensacola in November 1950 and w~s Dssignod to VA- 45 !bing /ID type airplm1cs . His tour of duty in VA- 45 last..:d until Hey 1954 .md during this period he acc\IJ1\ulntcd about 1000 hours fiigrt time in /J)s and 111ade 203 d.:cy- ond 8 night carrier lanclings. He spent a tour on tho USS L:Jrr: CHJJa>Li..IN opcr:J.ting in Korean water s . Follm!ing his tour in VA-16 he was ns:;igncd duty ns Special lle::1pons Insir ru.otor at the Fleet Tr.llning Center, Norfolk, V:lrginin. During this two year per iOd he new n tot:ll of 200 hours in SNDo and /IDs . Frcm this duty he went to t 1·.-. ••viation SD.fety Officers course at U.JC and JTTU which he successfully compl eted just prior to r eporting to ViLH- 9. ,..ftcr rcpor tinc to this squadron he attended tllo He:-.vy 1Ltt:-.ck Tr:Jining Unit "or n b - (2) mont:1 course in Special Weapons and then successfully oa~~plctcd the jot i.nf;trnnent tr.:rining course at F:l-JTU at :r • .s J.:1ck~onville1 Floridc. He h~ no pr(~Vious accidnnte nor repor ts of flying viol :Jtions. Dcco.t::;c of his cr.u·ri~.-r b~cl:ground bnd his recent :.trcininr; in jet type. nirplancs .10 ,.,...., considc.t>cd an excellent pr ospective 9eo.vy .• ttnck Plane Ca.un~'1dcr <Uld m nasot to the squndton. 

LT WHTI'3 was considered a very ccpo.blc :.JD pilot during !lis f.-:nlJiarizdion tr:Jining. His Jmm-rlcdgc of tho ;:d.rpltmol s ~·stClTls '"'lS not ou~t.:nding but w.:>s considered ver y satisfactory. .s SD.fcty Of .. icer he vory CJftc:n cn~<!gcd in diacussion 1-ri.th mor e expcri<nced 1.30 pilots concer ning tho yopcr procedures to uao during CJ1\er goncics . He h.:1c! rccci\·cd the norm~ a:ro.mt of t r aininc croc crning single engine Dppronchcs, loss of systC'll'.u nnd the flight oharoctedstics of tho :.30. 

The Flight Surgccm states in his report , enclosure ( 7) tM.t LT lJHlTl: should not h<lvc b een overtired howavor, his w.ifo stc.tcd t 'Jnt !lc hod st1m.blcd when arising frOf;l the dinnc. r t.Jbl c tbc w cni.ng of the crash ~.,cl hnd cCII"l: c.mtcd thut ho \70S tired-
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S !;CTI<l~ VIII - THE Pll.OT ~v..t:J.. D) 

1. rcviC\1 of records revcclcd thc.t LT mrrn: had t,torkcd 16 hours on 1 July 
L nours on 2 July, 18 hours on 3 July 1 .qs-u:y from the oqundron on 4 July 
~d 18 hours ~c~ on 5 J~~ He hnd s=cpt late on 4 July but hcd slept 
onl! 5 hours the night prior to t:!e ~ccidcnt cl'V.:r 11. ving flO'rtn two FCLP 
periods .:md ~riving hOMe Z!bout 01.30. His ~.-ife clso st::tcd tJJ.:lt he h~ 
worked quite h.::.rd ~t home on tho dc.y of the cccidcnt but h:ld slept cl>out 
1 hour in the cl'tcrn-:>on. LT 1-IHIT::: was tile squa.drcn Scl'cty Officer end ver y 
scl'cty conscious c.."'d it is felt he normcll:.- would not h~vc flown in c.n 
overtired condition . !fO'..;ever, the squaeron was tTcs::cd for t:i.'llc to be ready 
for C~qucls "'nd he no doubt felt t"1.:.t to drop out for :: night uould jepor
dize his cl" 1n0cs to qunlify~ It is felt tl•nt LT HHITE was pll'Jsically tired 
prior to f1,1ng , however his s:ltisf:lctory performance during the fivo oppr o
~ches prior to the o.ccidcnt '"oulc! i.."'dicatc th ... t his eD.pllbility w.:~s not unus
uallY impdred . 

CO- Pll.OT 
em c.'l'!Ji:~N who W<'S flyine in tbo B/U sont where thuro ru-e no contr~""" U.:l$ 
n very exp~1 icnccd naval nvi".tor. 'i h:ld dcmonstr<tod excellent flyine 
ability in the J.3Dc Pis kna~-:lcdge of the a!irp1ane and 1ts systems u.'lS very 
good. CDR c; ffiL'.N H.:tS 0. mnttTC .:>nc' s t ... blc officer and it is felt ilio.t D.1 though 
he h~.c\ no controls, his .:ldvico during c:ny emergency sl'ould have been helpful 
to the pilot~ 

OTiiEn • :.IRCRilFT 
Including the nircr:.ft tho.t cr.:::shcd there Here three 1'.3n• s in tho FCLP p.:::.ttcrn. 
The positions of the oth.cr two o.ircrc..ft wcr ·•on final" :md the 1118011 • There 
HO.::; .::: report of D. fourth .:!ircrc..ft south t;c:.;t of the field •rhich could not 
have st.:rt.lcd LT \IP.IT!: nnd c.:::.used him to m"'.l·c n r::diccl change of course 
ui"Ul subscoucnt ch:msc in attitude . f.011cvcr it ho.s been c~t::lhlishcd thc.t 
t..'1c ci.rcrcl't was at .:::. dist.:::ncc of a.t lc:.st 3 niles :nd it is not believed 
t:1ot it h.:::.d ~· bccring on the :lccidcnt. 

FU!!L S7 • .RV •• TIOi! OR t:ISii'.N:.GD!:=l!T 
T.i"-·,;-;"i·cr~t-on Eke-off h.:!d 1L_,300 pou."'ds c.f JP- 3 I'uol abo:n-d of t-ii".J.ch 
8 .... 7; pounds wcro in tho aft t:mk. The pD.ot called in his ~cl c~.c:1 time 
ott u 180 degree position and his last ccl.l prior to tho cr ~h >T:.S 10_,200 
poun:ls, !.ssuming that he burned 300 More pounds to the poin- o£ irlpoct, he 
Cl':JsnC'd with opproxim.::.tcly 9, 900 pounds of .fuel. Nom:U cg ur '-• "tion uould 
di~tributo t.'"Jo fuel 6500 pounds .:lft :lnd 3LOO pounds forw.:>re. C<J:1plctc mal
function of tlto cg systCI'I preventing fuel from being tr·nsfC"l'Cri a.f'i. \'Oulu 
hnvc1 b .. scd 011 his actual reports still left L375 pounds ,.,f ""t cl b t!tc nft 
fo,·d \.t!.'"ll~. Tho f.:~ct t :..t his previous pas=ca ''ore nom=-1 jn n.Ll r~Fn~c:t:J 
uould ~·ccludc nny cg mcl.functions . Do.scrl on the m.'lX!Jnun f•1 :'1 .. tc ovrn .:1t 
ful.l pou~r., tho o.rt t.::nk could not hD.vc ruu out or fuc..L at. U1t. ,. c o • the 
cr~sh 
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SECTION VIII- THE J.r'.. :;•:. "· J. 

1. ~r.ouldcr h~xncss, lop belt, incrtic reel, 

In evcr:r c~o, th~sc i tcms were found properly used (i, o., s::!.Cety buckles 
still f~tcnod) ~nd in every instrnco tho h:'!rness wcbh1~ and fittings 
wcro int.--.ct, Tho forces iJ!Iposod on these i tci11S rcsul",cd in their being torn 

rmey fro!ll their scot fA$toning postion (i.e,, ir.crtio rocl rcipped cucy 

!ron sect but no f:U.lurc of actucl uebbing or its fittings), It is felt 
th:::t this equipoont l~..S properly used but t"M.t the forces sustcincd were 

.frs erc~tor then the design limits. 

2, Helnet 

Tilrcc of the crow tiOrc the now H-5 holr.cts, tho other cre'W!:!Cnbe:r ucrsing 

rn H-~. Tuo of the H-5 hclnets ucrc rolntivcly int:::ct intcetJ one havi• .. 
tho chin str:lp torn loose .from its mounting scrou, tJtc othor helmet some
what shattered on its left lctorcl es~ ct, 1he t:1ird H-5 hclnct uns knockC'd 

apart and sc~ttcrcd in the euly cockpit debris, .'.s for protection, every 

helr:ct 1-r..s off tho skull ct the accident scone, and ell cr~11:1enbcrs !'~d 
nulti?le corninuted skull !rccturos, It is to be noted th:.t in FCLP, tho 

crotlll\crnbors nrc l:em'ing their ho~d{:ocr for ro.>.."7.nur.t protoct:i.on1 including 
uc:~ring ~ 1.-lJ nnsk ctt..'\chod to tho helmet, ':'he forces titich cc.usod 
re~o~ of tho helmets ere not eVident, 

3. Olcygon M<~sks , 

'1'\.ro of tho 1'.-13 masks wore torn orr ar.d found sccttered in tho ccrly cook-. 

pit debris, ninus the 'rcbbi~ .:-.nd l!K;tal ucb !told.,.rs, Tho ot.hcr t.Po "':lalcs 
were ~so torn off but wrsc found closer to ~c crct:nc:rtbc:-.: ~: •1:1 rnd 4·.:.h 
crmrnnn moen) 

4c Shoes . 

Three of tho crewncrn'bors '1-:crc tho usu~l booJ:dock'~ typo of a'lot'~ T11o shoes 

of one mcnbor, .:-nd one shoo of rnothor crcm c-bo::- trcrc torr -:•'f, 1he pilot 

Wth'C lou-cut shoos, ~nd these uoro o.lso torn :>ff, (He r~'lu ~;cnc o.l\ u.c.k 
rer.ent1y d surviv:U school, nnd probc.bly ..:1 .1 no:. wor.r hia b,,r r.!~ckcrs 

s;,c:ondc_-y to their hnving been uc;t ui t:1 r~sul tr.nt di:~cor:tfort <. n :-c t .r:1 fren 
survl·.-cl sc.'lool) 

.5. Fli~ht Suit 

All tiOr:l tJlo SunMe;r flyin(; sui to 'ntis gc.•rc CS!'Ctlti~1.y no P"' t .d :; f:-'r: 
bur::>i.r& !\•cl. (i.e. , the only unburned boey po:-t!:ms u~::-o t'll...1" t·· c J t::..:t 
With ~ ground) 

-~ 
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S!C'l'ION VIII • THE f.N!U.?.~~ \~'). !''L) 

~r ~UIFt-~FJ..'T 

6 • . Flying gloves 

Nonc: wcro \torn 'by nny of the cro'WtlCDtlors, In a non-f~tol !ire or this 
type, it is possible thc.t gloves would ct!ko the difforonco botwoon n 
functioning lulnd or n bndly burned f'unctionnl.ly ~oloss h:md, All er~ 
menbcn should be oncour<1ged to 1roar their gloves on nll nights. 

' 
7. Scnta 

'l'hc fourth crelmle11lber seat is designed to tolcrr.te a 200 lorui, Tho 
other sonts should tolerate c. 400 load. It sccli\S likely that these seats 
tolor.:\te n lntornl load very poorly, or it mo.y be thc.t the shearing forces 
were of oxtremo nature, 'l'be sec.ts in every in.ettmce wcro .found cl.oso to 
tho finnl resting point of the orowmombors. The soo.t.! ucrc ossontio.lly 
to,n aport, 

6, Fnraohutcs 

None of tho four crc'W!'D.cmbcrs were strnnpod in their parc.ehutcs o.t the tiJ1!e 
of tho crnsh, This is bnsed on ditching drills tthich dictntod thr.t for 
d1 tehing, the personnel h~vo as little cncumbero.nco ns possible in order 
to cxpodito tho o.ctunl ditching of the :rl.rcrnft. 

SECTION IX - OOM:WSIONS /.ND REOOHlENDATIOKS 

Conclusions 

Becc.uso of tho nnt\'.re of this ncci.dcnt nnd the lock of c>irl<.n~ c. to support 
M~· rcnlistic conclusions 1 none <l.I'c gi vcn nt this ti.r.c. If c.~ ~\d'thc.
!n!ornntion is disclosed by the continuing investigation~ ~on ~lu~ions 
roached Cl8 a result o! this in.fo~tion weLL. be ~orwud.Jd. 

Roecr.JMCndntions 

None, 

-:.a<' 
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